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(57) ABSTRACT

In a navigation method, at least one constant travel charac-
teristic (CONST_KW) is determined that is representative of
a vehicle-specific energy requirement with respect to a pre-
determined trip length at quasi-constant speed and on a quasi-
level stretch. At least one dynamic characteristic (DYN_KW)
is determined that is representative of a vehicle-specific
energy requirement with respect to a predetermined trip
length at quasi-dynamic speed and on a quasi-level stretch.
The constant travel characteristic (CONST_KW) is respec-
tively adapted on the basis of at least one vehicle-specifically
determined energy consumption characteristic (EV_KW) for
a traveled route segment that has been recognized as quasi-
level and in which a quasi-constant speed was detected. To
determine an expected energy requirement for a predeter-
mined driving route (RT) with several route segments (STA),
the individual route segments (STA) are each made available
either as a constant travel segment (CONST_STA) or as a
dynamic travel segment (DYN_STA). For each route segment
(STA), the estimated route segment energy requirement char-
acteristic (ST_EB_KW) is determined on the basis of a
respective constant travel characteristic (CONST_KW) in the
event of a route segment (STA) made available as a constant
travel segment (CONST_STA) and on the basis of a respec-
tive dynamic characteristic (DYN_KW) in the event of a route
segment made available as a dynamic travel segment. An
estimated route energy requirement characteristic (RT_
EB_KW) for the predetermined driving route (RT) is deter-
mined on the basis of the respective route segment energy
requirement characteristics (ST_EB_KW).
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1
NAVIGATION METHOD AND NAVIGATION
DEVICE

CROSS REFERENCE TO RELATED
APPLICATIONS

This application is a continuation of PCT International
Application No. PCT/EP2012/065384, filed Aug. 7, 2012,
which claims priority under 35 U.S.C. §119 from German
Patent Application No. 10 2011 080 758.6, filed Aug. 10,
2011, the entire disclosures of which are herein expressly
incorporated by reference.

BACKGROUND AND SUMMARY OF THE
INVENTION

The invention relates to a navigation method and a naviga-
tion device. In modern motor vehicles, navigation devices are
usually provided. These enable determination of a route
between a starting point and a destination point and then route
guidance toward the destination point taking into account a
currently detected position that is determined regularly by
means of a GPS system. The navigation devices are usually
designed to determine a route while taking various optimiza-
tion criteria into account. For instance, a provision can be
made to determine the fastest or shortest route between the
starting point and the destination point, or also to determine a
route that preferably has a certain type of road, such as high-
ways, for example, or to determine a route that particularly
has toll-free stretches. Increasingly, it is also desired to take
the expected energy requirement into account when deter-
mining a driving route.

For instance, from the article “Spart ein Navi wirklich
Kraftstoff?” [“Does a navi[gational system really save
fuel?”’], Auto Motor and Sport, http:www.auto-motor-und-
sport.de/testbericht/sparen-navigationsgeraete-wirklich-
kraftstoff-1477779 html, downloaded on May 31, 2011, it is
known to determine a most efficient route. A description is
given in the article of taking into account whether the respec-
tive vehicle is equipped with a start-stop or hybrid system.
One consequence of this may then be that the driver is more
likely piloted through the city in this case than with a car in
which the engine continues to run at red lights. Moreover, it is
also explained in the above-mentioned article that mountains
increase energy consumption far less in a hybrid model, since
energy is recovered during descents, whereas a conventional
combustion engine should run as uniformly as possible on
level ground. It is also explained in the above-mentioned
article that current systems are only capable of making a
compromise between the length of the route and the driving
time. Differences in altitude are not yet taken into account.

It is one object of the invention to provide a navigation
method and navigation device that make a contribution to
precisely detecting the expected energy requirement for a
predetermined route.

It is another object of the invention to provide a navigation
method and a navigation device that make a contribution to
determining a route taking into account a precise expected
energy requirement.

This and other objects are achieved according to a first
aspect of the invention by a navigation method in which a
constant travel characteristic is determined that is represen-
tative of a vehicle-specific energy requirement with respect to
a predetermined trip length and quasi-constant speed, par-
ticularly constant speed, on a quasi-level route, particularly a
level route. The reference to the predetermined trip length can
be a reference per meter or kilometer driven, for example.
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Furthermore, at least one dynamic characteristic is deter-
mined that is representative of a vehicle-specific energy
requirement with respect to a predetermined trip length at a
predetermined quasi-dynamic speed, particularly a dynamic
speed, on a quasi-level route, particularly a level route.

The constant travel characteristic is adapted in each case
depending on at least one vehicle-specifically determined
energy requirement characteristic for a traveled route seg-
ment that has been recognized as being quasi-level and in
which a quasi-constant speed has been recognized.

The energy consumption characteristic can be determined,
for example, on the basis of a metered quantity of fuel deter-
mined on the respectively traveled route segment and/or on
the basis of a required electrical power determined for the
traveled route segment.

In this context, in order to determine the expected energy
requirement for a predetermined route for each route seg-
ment, an estimated segment energy requirement characteris-
tic is determined based on a respective constant travel char-
acteristic that is associated with the respective route segment
and, in the event that one or more dynamic events are associ-
ated with the respective route segment, for each dynamic
event depending on a respective dynamic characteristic.

An estimated route energy requirement characteristic for
the predetermined route is determined based on the respective
segment energy requirement characteristics.

In particular, the insight is exploited in this context that
dynamic events are responsible to a great extent for over-
consumption compared to assumed constant travel. Beyond
that, however, an energy profile during travel is vehicle-spe-
cific and differs.

Optionally, the dynamic characteristic is adapted in each
case based on at least one energy consumption characteristic
determined on a vehicle-specific basis for a route segment
traveled in which at least one predetermined speed dynamic
has been detected and was recognized as being quasi-level.

In this context, it is also especially advantageous if the
constant travel characteristic and/or the dynamic characteris-
tic is detected and adapted in a driver-specific manner, thus
taking into account different behavior of the driver, which can
have a substantial impact on the energy requirement.

In this way, the expected vehicle-specific energy require-
ment can be estimated in an especially precise manner for a
respective route.

Besides determining a route between the starting point and
the respective destination point with the lowest expected
energy requirement for the vehicle, the above procedure also
makes it possible to indicate a possible range of the vehicle
with respect to fueling and/or charging that might be neces-
sary over the course of the route.

Through the respective adaptation of the respective con-
stant travel characteristic and/or of the respective dynamic
characteristic, a learning of the respective characteristics is
enabled, and time-related changes that result, for example,
from changed driving behavior or a change in a vehicle-
specific consumption characteristic can also be taken into
account.

According to a second aspect, the invention is character-
ized by a navigation method for a vehicle in which the detec-
tion and adaptation of the at least one constant travel charac-
teristic and of the at least one dynamic characteristic is
performed according to the first aspect.

To determine a driving route between a predetermined
starting point and a predetermined destination point while
taking an expected energy requirement into account, it is
determined for each candidate route segment whether one or
more dynamic events are associated with it, and an estimated
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candidate route energy requirement characteristic is also
determined for each candidate route segment on the basis of
a respective constant travel characteristic that is associated
with the respective candidate route segment and, if one or
more dynamic events are associated with the respective can-
didate route segment, for each dynamic event based on a
respective dynamic characteristic.

Furthermore, the driving route is determined by selecting
the candidate route segments on the basis of the estimated
candidate route energy requirement characteristics. The sec-
ond aspect corresponds to the first aspect in terms of'its effects
and advantages.

According to an advantageous embodiment of the second
aspect, the driving route is determined by selecting the can-
didate route segments while taking an estimated segment
driving time for the respective candidate route segments into
account. In this way, the driving route can be determined such
that its driving time also lies within a range that is acceptable
to the driver.

According to an advantageous embodiment of the second
aspect, the driving route is determined by selecting the can-
didate route segments while taking a vehicle load energy
requirement characteristic into account that is determined on
the basis of an estimated driving time for the driving route.

The vehicle load energy requirement characteristic is par-
ticularly representative of an expected energy requirement of
respective vehicle loads, such as vehicle heating and/or air
conditioning, for example.

According to an advantageous embodiment of the first
aspect, the estimated route energy requirement characteristic
is determined on the basis of a vehicle load energy require-
ment characteristic, which is determined based on an esti-
mated driving time for the driving route.

According to another advantageous embodiment, the
vehicle load energy requirement characteristic is determined
on the basis of a detected outside temperature.

According to another advantageous embodiment, the con-
stant travel characteristic is respectively determined with
respect to one of several predetermined speed classes. The
constant travel characteristic of a respective speed class is
adapted in each case at a speed lying within the speed class. In
this way, it can be ensured in a simple manner that, if the speed
classes are selected appropriately, adaptation takes place with
sufficient frequency, making it possible for the respective
constant travel characteristic to be learned as precisely as
possible. On the other hand, this ensures that different char-
acteristics can be taken into account for different speed
classes.

According to another advantageous embodiment, the
dynamic characteristic is determined in each case with
respect to one of several predetermined speed change classes.
The dynamic characteristic of a respective speed change class
is adapted in each case with a speed change that lies within the
speed change class.

In this way, it can also be ensured that, if the speed change
classes are selected appropriately, the respective dynamic
characteristic is adapted with sufficient frequency, thus
enabling good learning thereof. Moreover, a different char-
acteristic can be taken into account here as well with respect
to the respective speed change class.

What is more, this is based on the insight that, particularly
with differing speed change classes, which is to say different
speed change ranges, another characteristic of the energy
requirement to be expected is regularly present.

According to another advantageous embodiment, the
dynamic characteristic is adapted and detected separately in
each case for a positive and a negative acceleration, the
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dynamic characteristic for the positive and negative accelera-
tion each being adapted in the case of a positive or negative
acceleration, respectively.

In particular, the different influences on the energy require-
ment in the event of positive acceleration and also in the event
of negative acceleration, which is to say during braking in
particular, can be precisely taken into account in this way.

According to another advantageous embodiment, the
dynamic characteristic is adapted on the basis of the respec-
tive constant travel characteristic to the respective speed class
under which an average speed expected for the traveled route
segment falls. In this way, particularly, an expected increased
or reduced energy requirement can be determined with
respect to constant travel.

According to an advantageous embodiment of the first
aspect, a factor is respectively determined and adapted in
order to adapt to a predetermined characteristic that reflects a
relationship between speed and energy requirements for the
respective speed class. In this context, the energy requirement
can represent, for example, the fuel consumption and/or the
electrical consumption or the like. The factor particularly
represents the respective constant travel characteristic in this
context.

In this way, the respective route segment energy require-
ment characteristic can be determined with particular preci-
sion since, on the one hand, the factor is learned for the
respective speed class and can therefore be adapted with
commensurate frequency, and the respective energy require-
ment can also be determined in a differentiated manner, rep-
resented by the respective characteristic.

According to another advantageous embodiment, the
detection of the predetermined dynamic is performed on the
basis of a detected change in speed, a detected steering angle,
a detected braking pressure, an accelerator pedal position
and/or a clutch state. In this way, it is possible to detect the
predetermined dynamic in a simple and precise manner, par-
ticularly using already existing sensors.

According to another advantageous embodiment, the con-
stant travel characteristic to be associated with the respective
route segment or candidate route segment is determined on
the basis of an expected average speed for the respective route
segment or candidate route segment. The expected average
speed can be determined, for example, on the basis of histori-
cal measured data for the speed on the respective route seg-
ment, or it can also be simply predetermined. In this context,
it can also be predetermined, for example, based on the time
of'day or even based on external information made available
to the respective vehicle, such as the current traffic situation.

According to another advantageous embodiment, a respec-
tive dynamic event is allocated if an expected change in speed
exceeds a predetermined speed change threshold. Moreover,
the dynamic characteristic to be allocated for the respective
dynamic event is determined based on an expected change in
speed during the respective dynamic event.

Inthis context, it is especially advantageous if the expected
change in speed is determined based on an expected turning
angle. This is particularly advantageous if digital map infor-
mation that is made available does not contain any explicit
information regarding the expected change in speed for the
route segment. In this context, the insight is utilized that the
respective expected turning angle correlates with the change
in speed to be expected.

According to another advantageous embodiment, the
expected change in speed is determined on the basis of a road
intersection characteristic. In this way as well, this expected
change in speed can be determined quite easily from the road
intersection characteristic, which can particularly be derived
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from the existing map data, particularly in the absence of
explicit information on the change in speed to be expected for
the respective route segment.

In this context, it is especially advantageous if the road
intersection characteristic is determined on the basis of the
road types of the intersecting roads, traffic signs at the respec-
tive intersection and/or the presence of a traffic light at the
respective intersection. In this context, the insight is utilized
that, depending on the interplay of the different road types—
for example, main road, secondary road, or the like—the
change in speed that will occur at the respective intersection
can be estimated with a high degree of likelihood. This also
applies, accordingly, to the respective traffic signs, such as
Yield, Stop, or the like, or the presence or absence of a traffic
signal.

According to another advantageous embodiment, the
expected change in speed is determined on the basis of a
detected curve characteristic.

According to another advantageous embodiment of the
first aspect, a grade characteristic is determined for each route
segment that is representative of a grade-dependent adjust-
ment of the energy requirement of the vehicle as a function of
a predetermined grade for the route segment. For each route
segment, the estimated route segment energy requirement
characteristic is determined taking the respective grade char-
acteristic into account.

Inthis way, an increased energy requirement to be expected
in the case of a positive grade can be taken into account, and
in the case of a negative (or downhill) grade, a reduced energy
requirement can be accounted for. Moreover, through the
grade-dependent determination of the grade characteristic, it
can be ensured that the energy requirement is adjusted to
different degrees for different grades. In this context, it can
then also be taken into account, for example, that a recupera-
tion of the released potential energy and storage thereof in a
vehicle battery is only possible to a reduced extent in the case
of an especially pronounced negative grade, since it is
expected that the driver will need to apply the brakes more.

It can be especially advantageous in this context if the
grade characteristic is respectively predetermined for several
grade ranges.

According to another advantageous embodiment of the
second aspect, a grade characteristic is determined for each
candidate route segment that is representative of a grade-
dependent adaptation of the energy requirement of the vehicle
as a function of a predetermined grade for the candidate route
segment. For each candidate route segment, the estimated
candidate route energy requirement characteristic is deter-
mined taking the respective grade characteristic into account.

According to another advantageous embodiment, the
grade characteristic is adapted in each case as a function of at
least one vehicle-specifically determined energy consump-
tion characteristic for a traveled route segment that is recog-
nized as having at least one predetermined grade.

According to another advantageous embodiment, the esti-
mated route energy requirement characteristic is corrected for
the predetermined driving route as a function of an engine
temperature and a route length. In this way, a warm-up behav-
ior of the engine can be taken into account, particularly when
departing in the cold and in the case of a short planned route.

According to a second aspect, a navigation device is pro-
vided that is designed to carry out the navigation method
according to the first aspect and, in this regard, also with
respect to its advantageous designs. In this context, the navi-
gation device particularly includes a data and/or program
memory and a processing unit, which particularly comprises
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6

a microprocessor. In terms of its advantages and advanta-
geous designs, the second aspect corresponds to the first
aspect.

Other objects, advantages and novel features of the present
invention will become apparent from the following detailed
description of one or more preferred embodiments when con-
sidered in conjunction with the accompanying drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a schematic block diagram view of a navigation
system with a navigation device 1;

FIG. 2 is a flowchart of a first program that is executed in
the navigation device 1;

FIG. 3 is a flowchart of a second program that is executed
in the navigation device 1;

FIG. 4A to 4F are graphs illustrating curves for various
variables plotted over the time t; and

FIG. 5 is a graph illustrating a characteristic and respective
factors plotted over a speed.

DETAILED DESCRIPTION OF THE DRAWINGS

Elements having the same construction or function are
designated throughout the figures with the same reference
symbols.

A navigation system has a navigation device 1 with a
communication interface 3. The navigation device 1 has a
data and program memory and furthermore a processing unit
that preferably comprises a microprocessor. Moreover, an
input device 5 is associated with the navigation device 1 by
which a user, such as a driver of a vehicle, can make inputs
into the navigation device 1. The input device 5 can, for
example, comprise a rotary push-button, which is also
referred to, for example, as an I-controller. Alternatively or in
addition, however, it can also comprise a touchscreen and/or
an acoustic input unit, for example.

Moreover, an output device 7 is associated with the navi-
gationdevice 1. The output device 7 is preferably designed for
optical signaling. On the output device 7, digital map data, a
current position of the vehicle and/or a route is signaled, for
example.

Moreover, sensors 9, 11, 13, 15, 17 are associated with the
navigation device 1, whose measurement signals are made
available to the navigation device 1. For instance, a speed
sensor 9, a steering angle sensor 11, a braking pressure sensor
13, an accelerator pedal sensor 15 and a position determina-
tion unit 17, which is GPS-based, for example, are provided.

The programs explained below with reference to FIGS. 2
and 3 are preferably stored in the program memory of the
navigation device 1 and are executed in the processing unit
during operation of the navigation device 1.

The program according to FIG. 2 is started in a step S1, in
which variables can optionally be initialized.

In a step S3, it is checked whether a predetermined condi-
tion COND_CONST has been met for a predetermined con-
stant travel mode. The predetermined condition COND_
CONST for the predetermined constant travel mode is met,
for example, in the event of constant, particularly quasi-con-
stant, speed on a level, particularly quasi-level, stretch. What
is understood by quasi-constant speed is particularly that
short-term, minor changes in speed are not taken into account
which are not indicative of constant travel mode having been
discontinued. For this purpose, the individual speed values
are appropriately filtered.

A level, particularly quasi-level, stretch can be detected
particularly through the analysis of a signal of a tilt sensor or
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even determined on the basis of information that are associ-
ated with a digital road map and stored in the data memory of
the navigation device 1. In this context as well, what is meant
by a quasi-level stretch is that only short-term changes in the
inclination are not taken into account insofar as they are not
relevant to a discontinuation of a constant travel mode.
Accordingly, filtering can be used to filter out those values
that only constitute short-term changes in inclination and that
are not relevant to a discontinuation of a constant travel mode.

If the condition of step S3 is met, then the processing is
continued in a step S5, in which a vehicle-specific energy
consumption characteristic EV_KW initialized immediately
with a neutral value before a last execution of step S3 is
updated, particularly as a function of the energy consumed by
the vehicle since the last time the condition of step S3 was
met. For this purpose, for example, the metered quantity of
fuel and/or the energy outputted from a battery is determined
for an electric power system. Moreover, a segment length
ST_CONST that has been traveled since the last time the
condition of step S3 is updated accordingly. This is done in a
step S7. This segment length, too, is occupied by a neutral
value immediately before the execution of step S3.

In a step S9, it is checked whether the predetermined con-
dition COND_CONST continues to be met for the constant
travel mode. If this is the case, then steps S5 and S7 are
executed again, and the respective vehicle-specific energy
consumption characteristic EV_KW and the segment length
ST_CONST are updated accordingly.

In contrast, if the condition of step S9 is not met, then a step
S11 is executed in which a constant travel characteristic
CONST_KW is updated that is representative of a vehicle-
specific energy requirement with respect to a predetermined
trip length at quasi-constant speed on a quasi-level stretch.
The predetermined trip length is a computational reference
length and can be 1 m or 100 m or the like, for example.

The adaptation of the constant travel characteristic CON-
ST_KW is done on the basis of the vehicle-specifically deter-
mined energy consumption characteristic EV_KW, and on
the segment length ST_CONST. For instance, the ratio of the
vehicle-specific energy consumption characteristic EV_KW
and the segment length ST_CONST can be formed for this
purpose. The adjustment can also only be done, for example,
if the stretch length ST_CONST exceeds a predetermined
minimum value.

Moreover, the adaptation of the constant travel character-
istic CONST_KW is preferably done by means of a sliding
average and/or with a dynamic attenuation coefficient. In this
way, influence can be exerted appropriately particularly on
the dynamics of the adaptation. For instance, after an initial
calibration of the constant travel characteristic CONST_KW,
for example in a new vehicle or in the case of a new driver, a
more pronounced adaptation can take place at first and then,
for example after a predetermined number of kilometers trav-
eled, say after 1000 km, the intensity of the adaptation can be
reduced, which then contributes to more robust learning.

Subsequently to step S11, and also when the condition of
step S3 is not met, a step S13 is executed in which itis checked
whether a predetermined condition COND_DYN for a
dynamic travel mode ofthe vehicle is met. The predetermined
condition COND_DYN is preferably met if at least one pre-
determined dynamic of the speed has been detected. In this
context, a check is therefore performed for a change in the
detected speed. In addition, a respective accelerator pedal
position, which can also be designated as an angle of the
accelerator pedal, can also be analyzed, and/or a detected
braking pressure can be determined. Furthermore, a detected
steering angle can also be taken into account in this context,
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since it can be assumed at a steering angle that is representa-
tive for a tight curve or a turning operation that the vehicle is
in dynamic travel mode.

The above remark regarding quasi-constant speed on a
quasi-level stretch also applies analogously to the predeter-
mined quasi-dynamic speed on a quasi-level stretch.

If the condition of step S13 is not met, then execution in
step S3 is continued. In contrast, if the condition of step S13
is met, then execution is continued in a step S15, in which the
vehicle-specific energy consumption characteristic EV_KW,
which was initialized with a neutral value immediately before
the last time step S13 was executed, is updated again, particu-
larly with respect to the last time the condition of step S13 was
met. Next, it is checked in a step S19 whether the condition
COND_DYN for the dynamic travel mode of the vehicle
continues to be met. If the condition of step S19 is met, then
the execution is again continued in steps S15 and S17.

In contrast, if the condition of step S19 is not met, then a
dynamic characteristic DYN_KW is adapted in a step S21
that is representative of the vehicle-specific energy require-
ment with respect to the predetermined trip length at quasi-
dynamic speed on a quasi-level stretch.

The adaptation of the dynamic characteristic DYN_KW in
step S21 is done as a function of the vehicle-specific energy
consumption characteristic EV_KW and the segment length
ST_DYN, for instance based on a ratio formed between the
vehicle-specific energy consumption characteristic EV_KW
and the segment length ST_DYN. Here, the adaptation is
done using a procedure analogous to that which was
explained using step S11.

Upon conclusion of step S21, step S3 is executed again.

Preferably, the steps of the program are executed only after
the engine has warmed up.

Moreover, the constant travel characteristic CONST_KW
and/or the dynamic characteristic DYN_KW is optionally
adapted driver-specifically. In this context, the respective
driver must be identified accordingly, which can be done
using a commensurate vehicle key recognition system, for
example.

Moreover, the constant travel characteristic CONST_KW
can optionally be adapted, each individually, to various pre-
determined speed classes. In this context, the condition
COND_CONST is then adapted in each case for the respec-
tive speed class. The speed classes can also be referred to as
speed ranges and be subdivided, for example, into 1 to 15
km/h, 15 to 30 km/h, 30 to 45 km/h, etc.

Moreover, the dynamic characteristic DYN_KW can each
also exist with respect to one of several predetermined speed
change classes and be adapted appropriately. In this context,
the condition COND_DYN is then adapted appropriately for
dynamic travel mode in steps S13 and S19 for the respective
speed change class, particularly such that, in step S21, the
dynamic characteristic DYN_KW is then adapted to the
respective speed change class in the event of a speed change
within the speed change class. The speed change class can
also be referred to as a speed change range and can be prede-
termined, for example, as a speed change from 15 to 20 km/h,
20 to 30 km/h, 30 to 50 knm/h, and greater than 50 km/h.

Optionally, the dynamic characteristic DYN_KW can also
be adapted separately in each case for a positive and negative
acceleration. In this context, the detected braking pressure as
well as the accelerator pedal position are particularly also
analyzed for the condition for dynamic travel mode COND_
DYN in step S13.

Moreover, the dynamic characteristic DYN_KW is option-
ally adapted on the basis of the respective constant travel
characteristic CONST_KW of the respective speed change
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class under which the expected average speed falls for a
segment that is traveled through between the fulfillment of the
condition S13 and a subsequent non-fulfillment of the condi-
tion of step S19. In this way, expected energy consumption
can be deducted for constant travel mode for the respective
segment, thus enabling precise determination of just the dif-
ferential energy consumption resulting from the positive or
negative acceleration.

Moreover, a factor FAC (see FIG. 5) can also be detected in
step S11 that adapts a characteristic KI, which is stored, for
example, in the data memory for all vehicles of the respective
type, to the actual energy requirement, particularly using the
vehicle-specifically determined energy consumption charac-
teristic EV_KW and the segment length ST_CONST.

Another program is started in a step S25 in which variables
can optionally be initialized.

In a step S27, a predetermined route RT is prepared. The
route RT can be determined otherwise, for example, on the
basis of a predetermined starting point and a predetermined
destination point. The driving route RT is composed of sev-
eral route segments STA, with “_i” representing an index of
the respective route segment STA.

In a step S29, a grade characteristic STEI_KW is deter-
mined for each route segment STA that is representative of a
grade-dependent adaptation of the energy requirement of the
vehicle based on a predetermined grade STEI for the route
segment STA. Preferably, commensurate information per-
taining to the grade STEI for the respective route segments
STA is associated with the respective digital map information
that is stored in the data memory. During the determination of
the grade characteristic STEI_KW, in addition to the grade
STEI the respective length of the route segment STA can also
be taken into account. The grade characteristic STE]_KW
preferably takes the respective mass of the vehicle and/or an
efficiency of a drive into account in the case of a positive grade
or a negative grade. It is taken into account in the respective
dependency of the grade STEI of the grade characteristic
STEI_KW, for example, how pronounced an increase of the
reduction of the energy requirement is in the respective grade
STEL In this context, for example, the insight is exploited
that, on a very steep downhill grade, a recuperation mode is
not possible at optimum efficiency.

In a step S31, the respective route segment energy require-
ment characteristic ST_EB_KW is determined for the respec-
tive route segments STA, particularly taking the grade char-
acteristic STEI_KW and the constant travel characteristic
CONST_KW into account.

Furthermore, it is determined whether one or more
dynamic events DYN_EV are associated with the respective
route segment STA. This can be done, for example, on the
basis of whether an expected speed change exceeds a prede-
termined speed change threshold within the route segment
STA.

This can also be done, for example, on the basis of whether
an expected speed change between two adjacent route seg-
ments STA exceeds a predetermined speed change threshold.
The allocation of the dynamic event can be performed either
to one of the adjacent route segments STA or distributed to
both route segments STA.

If at least one dynamic event DYN_EV is associated with
the route segment STA, the respective route segment energy
requirement characteristic is determined for each dynamic
event DYN_EYV, also on the basis of a respective dynamic
characteristic DYN_KW.

In a step S33, an estimated route energy requirement char-
acteristic RT_EB_KW is then determined, particularly
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through summation of the individual estimated route segment
energy requirement characteristic ST_EB_KW.

In a step S35, which can also be optionally provided, a
warm-up correction value WL_COR is determined, particu-
larly on the basis of a detected engine temperature T_MOT
and optionally on the basis of the route length RT_L of the
predetermined driving route RT. In this context, the depen-
dency is particularly such that, for a route length RT_L. that is
greater than a predetermined threshold, the warm-up correc-
tion value WL_COR takes on a neutral value, and even at an
engine temperature T_MOT greater than another threshold, it
takes on a neutral value.

Furthermore, a vehicle load energy requirement character-
istic FA_EB_KW can optionally be determined in step S35.
This can be done, for example, on the basis of an estimated
driving time FD_RT for the driving route RT and/or of an
outside temperature TA. The vehicle loads can comprise, for
example, an air conditioner and/or a heater.

In a step S37, the estimated route energy requirement char-
acteristic RT_EB_KW is corrected on the basis of the warm-
up correction value WL,_COR and/or the vehicle load energy
requirement characteristic FA_EB_KW. In a step S39, the
program is ended.

Generally, during the determination of the estimated route
segment energy requirement characteristic ST_EB_KW, the
respective length of the route segment STA is taken into
account.

Optionally, in a step S31, the constant travel characteristic
CONST_KW to be allocated for the respective route segment
STA can be determined on the basis of an expected average
speed for the respective route segment STA. The expected
average speed can be determined, for example, on the basis of
historical data if the route segment has been driven previ-
ously. However, it can also be predetermined otherwise and
associated, for example, in a fixed manner with the respective
route segment STA or even be externally predeterminable,
thus taking the time of day and/or the current traffic situation
into account, for example. In this context, the constant travel
characteristic CONST_KW is available for various speed
classes.

In principle, when determining the respective route seg-
ment energy requirement, an interpolation can also be per-
formed between adjacent constant characteristics of a respec-
tive speed class.

Moreover, when determining the estimated route segment
energy requirement characteristic ST_EB_KW in relation to
the constant travel characteristic CONST_KW, a respective
factor FAC can also be taken into account for the respective
speed class with which a corresponding characteristic value
of the characteristic KL, (FIG. 5) is multiplied, and the esti-
mated route segment energy requirement characteristic
ST_EB_KW is determined based on that.

Any interpolation can also be performed between two con-
stant travel characteristics CONST_KW of adjacent speed
classes.

A respective dynamic event is allocated if an expected
change in speed exceeds a predetermined speed change
threshold.

Moreover, the dynamic characteristic DYN_KW can be
prepared in each case with respect to one of several predeter-
mined speed change classes and determined in this way. In
this context, it is then determined in the step S31 on the basis
of an expected change in speed for the respective dynamic
event DYN_EV. The expected change in speed can be deter-
mined, for example, on the basis of an expected turning angle;
in doing so, the direction of the turning operation can also be
considered, thus taking into account whether the turning
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operation is to the right or left. For example, an expected
turning operation can be detected here when the turning angle
exceeds a predetermined threshold by amount, which can be
30°, for example. As a result of coasting before turning and
acceleration after turning, the energy consumption is reduced
in the lead-up to the turn and increased afterward. Moreover,
the expected turning angle can also be representative of cur-
viness, and the expected change in speed can be determined in
that respect.

Furthermore, the expected change in speed can be deter-
mined, for example, alternatively or additionally on the basis
of a road intersection characteristic. The road intersection
characteristic can be determined on the basis of road types of
the intersecting roads and/or traffic signs at the respective
intersection, such as a stop sign or a yield sign, and/or on the
basis of the presence of a traffic light at the respective inter-
section as well.

The expected change in speed can be determined on the
basis of a detected curve characteristic. The curve character-
istic can be determined, for example, on the basis of informa-
tion from the respective digital map.

In principle, a so-called map segment need not necessarily
correspond to the respective route segments STA of the route.
It can correspond, however. In principle, the respective esti-
mated route energy requirement characteristic RT_EB_KW
can be determined in this way for various driving routes
between a predetermined starting point and destination point,
and then the driving route can be outputted as the lowest-
consumption driving route that has the lowest value for the
estimated route energy requirement characteristic RT_
EB_KW. The driving route RT selected in this way can be
indicated, for example, on an output device 7 and/or, for
example, compared to another route that has been optimized
according to another quality criterion, such as a comfort mode
consumption characteristic of a fast route.

In step S31, if dynamic characteristics DYN_KW exist for
respective speed change classes, interpolation can also be
performed according to the expected change in speed
between commensurately adjacent dynamic characteristics
DYN_KW.

Moreover, the driving route RT between the predetermined
starting point and destination point can also be determined
taking the expected energy requirement into account.

To do this, candidate route segments are first determined
that are possible route segments STA for the route.

For each candidate route segment, it is determined whether
one or more dynamic events DYN_EV are associated with it.
For each candidate route segment, an estimated candidate
route segment energy requirement characteristic is deter-
mined based on a respective constant travel characteristic that
is associated with the respective candidate route segment and,
if one or more dynamic events DYN_EV are associated with
the respective candidate route segment, for each dynamic
event DYN_EV based on a respective dynamic characteristic
DYN_KW.

Depending on the estimated candidate segment energy
requirement characteristics KST_EB_KW, the driving route
RT is determined by selecting the candidate route segments
KSTA. The selection can be done by means of a suitable
method known to the person skilled in the art for these pur-
poses, such as the Dijkstra algorithm.

The selection of the candidate route segments can also be
done while taking an estimated segment driving time into
account for the respective candidate route segment.

The selection of the candidate route segments can also be
done by taking a vehicle load energy requirement character-
istic into account, which is determined on the basis of an
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estimated driving time for the driving route RT and/or the
outside temperature. In this way, influences resulting from the
respective vehicle loads can be appropriately taken into
account. For instance, a driving route can be selected that has
more moderate outside temperatures, such as a coastal route
instead of a desert route, thus yielding an overall lesser
expected energy requirement.

The estimated candidate route segment energy require-
ment characteristic can be determined in a manner analogous
to the route segment energy requirement characteristic ST_
EB_KW.

The grade characteristic STEI_KW can also be learned,
which is to say adapted. In this context, the grade character-
istic STEI_KW is adapted in each case on the basis of at least
one vehicle-specifically determined energy consumption
characteristic EV_KW for a traveled route segment in which
atleast one predetermined grade was detected. Preferably, the
grade is also adapted with respect to one of several respective
grade class.

In FIGS. 4A to 4F, various progressions are plotted over
time t on the same scale with respect to time t and the same
time-segment. F1G. 4A shows the progression for speed, des-
ignated with v. FIG. 4B shows the progression for accelera-
tion, designated with a. FIG. 4C shows the accelerator pedal
value, designated with FPW. FIG. 4D shows the braking
pressure, designated with P_B. FIG. 4E shows the steering
angle, designated with LW, and FIG. 4F shows a coupling
state K. On the basis of one or more of these variables, it is
then detected whether constant travel mode or dynamic travel
mode exists. For instance, during the time period T1, dynamic
travel mode is detected, particularly a positive acceleration
mode. During the time period T2, the constant travel mode is
detected, and during time period T3, the dynamic travel mode
is again detected with a negative acceleration mode.

LIST OF REFERENCE SYMBOLS

RT predetermined driving route

STA route segment

STEI_KW grade characteristic

STEI grade route segment

ST_EB_KW estimated route energy requirement character-
istic

RT_EB_KW estimated route segment energy requirement
characteristic

T_MOT engine temperature

RT_L route length

CONST_KW constant travel characteristic

DYN_KW dynamic characteristic

EV_KW vehicle-specifically detected energy consumption
characteristic for a traveled route segment

CONST_STA constant travel segment

SYN_STA dynamic travel segment

ST_CONST segment length

ST_DYN segment length

COND_CONST predetermined condition for constant travel
mode

COND_DYN predetermined condition for dynamic travel
mode

WL_COR Warm-up correction value

t time

T2, T2, T3 time period

v velocity

a acceleration

FPW accelerator pedal value

P_B braking pressure

LW steering angle
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K coupling state
FAC factor
KL characteristic
FD_RT estimated driving time
TA outside temperature
1 navigation device
3 communication interface
5 input device
7 output device
9 speed sensor
11 steering angle sensor
13 braking pressure sensor
15 accelerator pedal sensor
17 Global Positioning System unit, GPS

The foregoing disclosure has been set forth merely to illus-
trate the invention and is not intended to be limiting. Since
modifications of the disclosed embodiments incorporating
the spirit and substance of the invention may occur to persons
skilled in the art, the invention should be construed to include
everything within the scope of the appended claims and
equivalents thereof.

What is claimed is:

1. A navigation method for a vehicle, the method compris-
ing the acts of:

detecting at least one constant travel characteristic (CON-

ST_KW) that is representative of a vehicle-specific

energy requirement with respect to a predetermined trip

length at quasi-constant speed on a quasi-level stretch;

detecting at least one dynamic characteristic (DYN_KW)
that is representative of a vehicle-specific energy
requirement with respect to a predetermined trip length
atapredetermined quasi-dynamic speed on a quasi-level
stretch;

respectively adapting the constant travel characteristic

(CONST_KW) on the basis of at least one vehicle-spe-

cifically determined energy consumption characteristic

(EV_KW) for a traveled route segment that was recog-

nized as being quasi-level and in which a quasi-constant

speed was detected;

in order to determine an expected energy consumption for

a predetermined driving route (RT) with several route

segments (STA):

(1) determining for each route segment (STA) whether
one or more dynamic events are associated with the
route segment,

(i1) determining an estimated route segment energy
requirement characteristic (ST_EB_KW) for each
route segment (STA) on the basis of a respective con-
stant travel characteristic (CONST_KW) that is asso-
ciated with the respective route segment (STA), and if
one or more dynamic events are associated with the
respective route segment (STA), for each dynamic
event on the basis of a respective dynamic character-
istic (DYN_KW), and

(iii) determining an estimated route energy requirement
characteristic (RT_EB_KW) for the predetermined
driving route (RT) on the basis of the respective route
segment energy requirement characteristics (ST_
EB_KW).

2. The navigation method according to claim 1, wherein the
dynamic characteristic (DYN_KW) is respectively adapted
on the basis of at least one vehicle-specifically determined
energy consumption characteristic (EV_KW) for a traveled
route segment in which at least one predetermined dynamic of
speed was detected and the traveled route segment was rec-
ognized as being quasi-level.
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3. A navigation method for a vehicle, the method compris-
ing the acts of:

detecting at least one constant travel characteristic (CON-

ST_KW) that is representative of a vehicle-specific

energy requirement with respect to a predetermined trip

length at quasi-constant speed on a quasi-level stretch;

detecting at least one dynamic characteristic (DYN_KW)
that is representative of a vehicle-specific energy
requirement with respect to a predetermined trip length
at apredetermined quasi-dynamic speed on a quasi-level
stretch;

respectively adapting the constant travel characteristic

(CONST_KW) on the basis of at least one vehicle-spe-

cifically determined energy consumption characteristic

(EV_KW) for a traveled route segment that was recog-

nized as being quasi-level and in which a quasi-constant

speed was detected;

in order to determine a driving route (RT) between a pre-

determined starting point and a predetermined destina-

tion point taking an expected energy requirement into
account:

(1) determining for each candidate route segment
(KSTA) whether one or more dynamic events are
associated with the candidate route segment,

(i1) determining an estimated route segment energy
requirement characteristic for each candidate route
segment on the basis of a respective constant travel
characteristic (CONST_KW) that is associated with
the respective candidate route segment and, if one or
more dynamic events are associated with the respec-
tive candidate route segment, for each dynamic event
on the basis of a respective dynamic characteristic
(DYN_KW), and

(iii) determining the driving route (RT) by selecting the
candidate route segments on the basis of the estimated
candidate segment energy requirement characteris-
tics.

4. The navigation method according to claim 3, wherein the
dynamic characteristic (DYN_KW) is respectively adapted
on the basis of at least one vehicle-specifically determined
energy consumption characteristic (EV_KW) for a traveled
route segment in which at least one predetermined dynamic of
speed has been detected and the traveled route segment was
recognized as being quasi-level.

5. The navigation method according to claim 3, wherein the
driving route (RT) is determined by selecting the candidate
route segments while taking an estimated segment driving
time for the respective candidate route segments into account.

6. The navigation method according to claim 3, wherein the
driving route (RT) is determined by selecting the candidate
route segments while taking a vehicle load energy require-
ment characteristic into account that is determined on the
basis of an estimated driving time for the driving route (RT).

7. The navigation method according to claim 1, wherein the
estimated route energy requirement characteristic (RT_
EB_KW) is determined on the basis of vehicle load energy
requirement characteristic, which is determined on the basis
of an estimated driving time for the driving route (RT).

8. The navigation method according to claim 7, wherein the
vehicle load energy requirement characteristic is determined
on the basis of a detected outside temperature.

9. The navigation method according to claim 6, wherein the
vehicle load energy requirement characteristic is determined
on the basis of a detected outside temperature.

10. The navigation method according to claim 1,

wherein the constant travel characteristic (CONST_KW)

is determined in each case with respect to one of several
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predetermined speed classes, the constant travel charac-
teristic (CONST_KW) of a respective speed class being
adapted to a respective speed class in the event of a speed
that is within the speed class.

11. The navigation method according to claim 3,

wherein the constant travel characteristic (CONST_KW)
is determined in each case with respect to one of several
predetermined speed classes, the constant travel charac-
teristic (CONST_KW) of a respective speed class being
adapted to a respective speed class in the event of a speed
that is within the speed class.

12. The navigation method according to claim 2,

wherein the dynamic characteristic (DYN_KW) is deter-
mined in each case with respect to one of several prede-
termined speed change classes, the dynamic character-
istic (DYN_KW) being adapted in each case to a
respective speed change class in the event of a speed
change that is within the speed class.

13. The navigation method according to claim 4,

wherein the dynamic characteristic (DYN_KW) is deter-
mined in each case with respect to one of several prede-
termined speed change classes, the dynamic character-
istic (DYN_KW) being adapted in each case to a
respective speed change class in the event of a speed
change that is within the speed class.

14. The navigation method according to claim 2,

wherein the dynamic characteristic (DYN_KW) is adapted
and determined separately in each case for a positive and
a negative acceleration, the dynamic characteristic
(DYN_KW) being adapted in each case for the positive
or negative acceleration in the event of positive or nega-
tive acceleration.

15. The navigation method according to claim 4,

wherein the dynamic characteristic (DYN_KW) is adapted
and determined separately in each case for a positive and
a negative acceleration, the dynamic characteristic
(DYN_KW) being adapted in each case for the positive
or negative acceleration in the event of positive or nega-
tive acceleration.

16. The navigation method according to claim 2,

wherein the dynamic characteristic (DYN_KW) is adapted
on the basis of the respective constant travel character-
istic (CONST_KW) to the respective speed class under
which an average speed expected for the route segment
falls.

17. The navigation method according to claim 4,

wherein the dynamic characteristic (DYN_KW) is adapted
on the basis of the respective constant travel character-
istic (CONST_KW) to the respective speed class under
which an average speed expected for the route segment
falls.

18. The navigation method according to claim 1,

wherein the constant travel characteristic (CONST_KW)
and/or the dynamic characteristic (DYN_KW) is
adapted and determined in a driver-specific manner.

19. The navigation method according to claim 3,

wherein the constant travel characteristic (CONST_KW)
and/or the dynamic characteristic (DYN_KW) is
adapted and determined in a driver-specific manner.

20. The navigation method according to claim 1,

wherein a factor (FAC) is respectively determined and
adapted to adapt to a predetermined characteristic (K1)
that represents a relationship between speed and energy
requirement for the respective speed class.

21. The navigation method according to claim 3,

wherein a factor (FAC) is respectively determined and
adapted to adapt to a predetermined characteristic (K1)
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that represents a relationship between speed and energy
requirement for the respective speed class.

22. The navigation method according to claim 1,

wherein the detection of the dynamic characteristic is per-

formed on the basis of a detected change in speed, a
detected steering angle (LW), a detected braking pres-
sure (P_B) and/or an accelerator pedal position (FPW).

23. The navigation method according to claim 3,

wherein the detection of the dynamic characteristic is per-

formed on the basis of a detected change in speed, a
detected steering angle (LW), a detected braking pres-
sure (P_B) and/or an accelerator pedal position (FPW).

24. The navigation method according to claim 1,

wherein the constant travel characteristic (CONST_KW)

associated with the respective route segment (STA) is
determined on the basis of an expected average speed for
the respective route segment (STA).
25. The navigation method according to claim 3,
wherein the constant travel characteristic (CONST_KW)
associated with the respective candidate route segment
(KSTA) is determined on the basis of an expected aver-
age speed for the respective candidate route segment
(KSTA).

26. The navigation method according to claim 1,

wherein a respective dynamic event is allocated if an
expected change in speed exceeds a predetermined
speed change threshold, and

wherein the dynamic characteristic (DYN_KW) associ-

ated with the respective dynamic event is determined on
the basis of an expected change in speed during the
respective dynamic event.

27. The navigation method according to claim 26,

wherein the expected change in speed is determined on the

basis of an expected turning angle.

28. The navigation method according to claim 26,

wherein the expected change in speed is determined on the

basis of a road intersection characteristic.

29. The navigation method according to claim 28,

wherein road intersection characteristic is determined on

the basis of road types of the intersecting roads, road
signs at the respective intersection and/or the presence of
a traffic light at the respective intersection.

30. The navigation method according to claim 26,

wherein the expected change in speed is determined on the

basis of a detected curve characteristic.

31. The navigation method according to claim 1, wherein a
grade characteristic (STEI_KW) is determined for each route
segment (STA) that is representative of a grade-dependent
adaptation of the energy requirement of the vehicle as a
function of a predetermined grade (STEI) for the route seg-
ment (STA), and

the estimated route segment energy requirement character-

istic (ST_EB_KW)being determined for each route seg-
ment (STA) taking the respective grade characteristic
(STEI_KW) into account.

32. The navigation method according to claim 3, wherein a
grade characteristic (STEI_KW) is determined for each can-
didate route segment (KSTA) that is representative of a grade-
dependent adaptation of the energy requirement of the vehicle
onthebasis of'a predetermined grade (STEI) for the candidate
route segment (KSTA), and

the estimated candidate route segment energy requirement

characteristic (ST_EB_KW) being determined for each
candidate route segment (KSTA) taking the respective
grade characteristic (STEI_KW) into account.

33. The navigation method according to claim 31, wherein
the grade characteristic (STEI_KW) is respectively adapted
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on the basis of at least one vehicle-specifically determined
energy consumption characteristic (EV_KW) for a traveled
route segment that has been recognized as having at least one
predetermined grade.

34. The navigation method according to claim 32, wherein
the grade characteristic (STEI_KW) is respectively adapted
on the basis of at least one vehicle-specifically determined
energy consumption characteristic (EV_KW) for a traveled
route segment that has been recognized as having at least one
predetermined grade.

35. The navigation method according to claim 1,

wherein the estimated route energy requirement character-

istic (RT_EB_KW) is corrected for the predetermined
driving route (RT) on the basis of an engine temperature
(T_MOT) and a trip length (RT_L).
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